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CALCULATIONS OF THE ECONOMY OF AN 18-CYLINDER RADIAL 
AIRCRAFT ENGINE WITH AN EXHAUST-GAS TURBINE GEARED 


TO THE CRANKSHAFT AT CRUISING SPEED 


By Richard W. Haummi. and Richard H. Zimmerman 


SUMMARY 


Calculations "based on dynamometer test-stand data obtained, cn 
an 18- cylinder radial engine were made to determine the improvement 
in fuel consumption that can be obtained at various altitudes oy 
gearing an exhaust- gas turbine to the engine crankshaft in order to 
increase the engine shaft, work. 

The calculations indicate that, for turbine and auxiliary 
s.upercharger efficiencies of 85 percent, net brake specific fuel 
consumption of 0.362 pound per brake horsepower- hour at 10,000-feet 
altitude and of 0.325 pound per brake horsepower- hour at 30,000 feet 
can be obtained by gearing the exhaust-gas turbine to the engine 
crankshaft and operating the engine at a speed of 2000 rpm, an inlet 
manifold pressure of 40 inches of mercury absolute, an exhaust pres- 
sure of 42 inches of mercury absolute, and a fuel-air ratio of 0..063 

The reduction in net brake specific fuel consumption that can 
be obtained if the exhaust-gas turbine supplies all the auxiliary 
supercharger power and its residual power is transmitted through 
gears to the engine crankshaft, as compared with the usual comoin- 
ation of geared and turbosupercharging, is approximately 14 percent 
at 10,000-feet altitude and 21 percent at 30,000 feet. 

The net brake specific fuel consumption with a geared turbine 
is a mi n imum for engine exhaust pressures approximately 25 percent 
above inlet-manifold pressure and varies only slightly from the 
minimum for a range of exhaust pressures from 5 to 4o percent above 
inlet -manifold pressure. 
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INTRODUCTION 

The use of an exhaust-gas turbine to drive a supercharger at 
high altitudes is an effective method of maintaining sea-level 
engine power at altitude, Analysis has shown, however, that the 
waste energy of exhaust gases is recovered more effectively by main- 
taining an engine exhaust pressure higher than the minimum required 
for turbo super charging and thus increasing the work output of the 
exhaust-gas turbine. The extra turbine power beyond that required 
for supercharging can be supplied to the engine crankshaft through 
suitable gearing. 

The purpose of the analysis reported in this paper is to deter- 
mine the improvement in net brake specific fuel consumption that can 
be obtained if an engine is equipped with a suitable geared turbine 
and supercharger as compared with the engine using a standard turbo- 
supercharger. The calculated values of specific fuel consumption 
presented in this report for an engine- turbine combination were 
based on NACA test data obtained on an 18-cylinder x'adial engine. 
Operating conditions for which the brake specific fuel consumption 
of the combination is a minimum are given.. The required turbine- 
nozzle area is also calculated to indicate the size of turbine suit- 
able for geared operation. 

Because the engine, the turbine, and the supercharger have 
different characteristics, elements designed to give maximum effi- 
ciency at some operating conditions are incorrectly matched at other 
conditions. Provision must, therefore, be made to obtain satisfactory 
performance over the entire operating range. The problem of obtaining 
a wide operating range is briefly discussed. 


METHODS 

This analysis is based on dynamometer test-Btand data obtained 
with an 18- cylinder radial engine operated at various speeds, inlet- 
manifold pressures, and exhaust pressures. Pertinent specifications 
of the engine are given below: 


Displacement, cubic inches 2804 

Compression ratio 6.65 

Valve timing: 

Inlet opens, degrees B.T.C 20 

Inlet closes, degrees A.B.C 76 

Exhaust opens, degrees B.B.C. ... 75 

Exhaust closes, degrees A.T.C 20 
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Valve overlap, degrees .40 

Engine-stage supercharger impeller diameter, inches .11 

Engine- stage supercharger gear ratio 7.6:1 

Spark advance, degrees B.T.C 25 


The carburetor- inlet pressure was adjusted by a butterfly valve 
in the charge-air intake pipe ahead of the engine to provide the 
desired inlet-manifold pressure with wide-open engine throttle in 
all runs. 


The test data and the values of air flow and brake horsepower, 
corrected to a carburetor-air temperature of 90° F, are shown in 
table I. Although the carburetor-air temperatures obtained in flight 
depend upon the amount of auxiliary supercharging and intercooling 
used, the arbitrary use of a temperature of 90° F for all calculations 
was considered justified, in this analysis because specific fuel con- 
sumption is almost independent of carburetor temperature. The engine 
performance at an engine speed of 2000 rpm, an inlet-manifold, pres- 
sure of 40 inches, and a fuel-air ratio of 0.063 for various engine 
exhaust pressures were computed from the data in table I and are 
listed in table II. 


The exhaust- gas temperatures used in computing turbine power 
are included in tables I and II. The temperatures in table I were 
measured approximately li feet downstream from the junction of the 


two halves of the exhaust manifold, i/hen the exhaust manifold was 
lagged to prevent loss of heat, the measured temperatures were 
approximately 250° F higher than those given in table I. 


The calculated turbine work is that resulting from expansion 
of the entire engine exhaust-gas flow from engine exhaust static 
pressure to the altitude atmospheric pressure. The calculated 
auxiliary supercharger power is that required to compress the engine 
combustion air flow from the altitude atmospheric static pressure to 
the engine carburetor pressure. All supercharger computations in 
this report relate to the auxiliary supercharger because the power of 
the engine- stage supercharger is contained in the measured engine 
power listed in the tables of test data. A supercharger adiabatic 
efficiency of Q5 percent and a turbine efficiency of 35 percent were 
used in most of the computations; efficiencies of 70 percent were 
used in calculation.3 showing the effect of supercharger and turbine 
efficiencies on performance of the combination. 


Fef the computation of not brake horsepower of the combination, 
the auxiliary supercharger and turbine were assumed to be on the 
same shaft and the difference between their powers to be transmitted 
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through gears to the engine crankshaft. A gear efficiency of 95 per- 
cent was used for the calculations. The net power when the turbine 
power is greater than the supercharger power is therefore: 


engine power + 0.95 (turbine power - auxiliary supercharger power) 


The fuel flow was divided, by the net power to give a net brake 
specific fuel consumption for the combination. 

At each condition computed the supercharger and the turbine 
were assumed to be matched to the engine for operation with engine 
throttle full open and turbine waste gate .closed. 


DISCUSSION OF CURVES 

Figure 1 shows the variation of exhaust-gas temperature with 
engine exhaust pressure at two fuel-air ratios and three inlet- 
manifold pressures at an engine speed of 2000 rpm. 

Variation of the gas constant P. Q for exhaust gas with fuel- 
air ratio and of the ratio of mean specific heat3 7^ with exhaust- 
gas temperature for three fuel-air ratios were taken from reference 1 
and plotted in figure 2. These values were used in the equations of 
reference 1 to compute the turbine power. The values of J\ l are 
accurate for expansion from the exhaust-gas temperatures through a 
pressure ratio of 3, and a negligible error is introduced in the 
range of pressure ratios considered in this report. 

The net specific fuel consumption of the engine-turbine- 
supercharger combination at various engine speeds for a fuel-air 
ratio of 0.085, an inlet-manifold pressure of 40 inches of mercury 
absolute, and an altitude of 30,000 feet is given in figure 3. This 
figure indicates that minimum specific fuel consumption can be 
obtained at a speed of approximately '2000 rpm. Because it is reason- 
able to expect that this speed will also give minimum specific fuel 
consumption for fuel-air ratios less than 0.085, all subsequent curves 
are plotted for a speed of 2000 rpm. 

The variation in net brake specific fuel consumption of the 
combination with engine exhaust pressure at an engine speed of 
2000 rpm, an altitude of 30,000 feet, and at various inlet-manifold 
pressures and fuel-air ratios is shown in figure 4. For a fuel-air 
ratio of 0.085, the minimum net brake specific fuel consumption 
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decreases as inlet-manifold pressure is increased; a large drop in 
net brake specific fuel consumption also occurs when the fuel-air 
ratio is decreased, from 0.085 to 0.063. The effect of reducing 
fuel-air ratio is much greater than that of increasing inlet- 
manifold pressure, and small changes in inlet-manifold pressure do 
not materially affect the net brake specific fuel consumption. It 
may be concluded that the mo 3 t efficient operation occurs at a 
fuel-air ratio of approximately 0.063 and at the highest inlet- 
manifold pressure permissible from considerations of engine knock 
and cooling. At a fuel-air ratio of 0.063 and an engine speed, of 
2000 rpm, using AN-F-28, Amendment-2, fuel, incipient knock occurred 
during the tests at an inlet-manifold pressure of 39 inches of 
mercury absolute, and an engine exhaust pressure of 28 inches of 
mercury absolute. The knock became progressively worse as exhaust 
pressure was increased. The tests at this fuel-air ratio were there- 
fore limited to an inlet-manifold pressure of 38 inches of mercury 
absolute. Figure 5 presents curves cf net brake horsepower of the 
combination that corresponds to the specific-fuel- consumption curves 
of figure 4. 

Figure 6 shows net brake horsepower and net brake specific fuel 
consumption for an engine speed of 2000 rpm, an inlet-manifold pres- 
sure of 38 inches of mercury absolute, and a fuel-air ratio of 0.063 
at various altitudes and engine exhaust pressures. These curves are 
based on engine test data given in table I. Similar curves, calcu- 
lated for an inlet -manifold pressure of 40 inches of mercury absolute, 
based on the computed performance given in table II, are presented 
in figure 7. In figure 7, maximum net power at 30,000-feet altitude 
occurs at an engine exhaust pressure of approximately 33 inches of 
mercury absolute. Minimum net brako specific fuel consumption at 
30,000-feet altitude occurs at an ongino exhaust pressure of approxi- 
mately 50 inches of mercury absolute. There is a trend toward lower 
optimum engine exhaust pressure at higher altitudes, but the curves 
are very flat and little change in net brake specific fuel consump- 
tion occurs between engine exhaust pressures of 42 and 60 inches of 
mercury absolute. In general, net brake specific fuel consumption 
is a minimum for engine exhaust pressures approximately 25 percent 
above inlet-manifold pressure and varies only slightly from the mini- 
mum for a range of exhaust pressures from 5 to 45 percent above 
inlet-manifold pressure. The minimum net brake specific fuel con- 
sumptions at 10,000-feet and 30,000-feet altitudes are 0.357 and 
0.323 pound per brake horsepower-hour, respectively. If the system 
is designed to operate at the exhaust pressure for maximum net power, 
a sacrifice in specific fuel consumption of approximately 3 percent 
would result. 
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Table III shove the pover produced by the engine and turbine 
and the power required for the auxiliary supercharger. 

For comparison with the optimum geared -turbine arrangement , 
cross curves are shown in figures 6 arid 7 that represent the 
following cases: 

(a) Engine with geared auxiliary supercharger and no turbine 

(b) Engine with ungeared auxiliary turbosupercharger 

Present t ur b o s up e r char ge r operation with closed waste gate is 
approximated by case (b). Figure 7 indicates a reduction in net 
brake specific fuel consumption, as compared with case (b), of 
21 percent at 30,000-feet altitude and 14 percent at 10,000 feet 
with the optimum geared-turbine arrangement. 

Calculations were also made for case (a) with individual 
exhaust stacks for auxiliary jet propulsion, assuming the optimum 
stacks for no engine-power loss, a speed of 350 miles per hour, and 
a propeller efficiency of 85 percent. The stacks provide an effec- 
tive increase in engine shaft power of 152 horsepower at 10,000-feet 
altitude and 203 horsepower at 30,000 feet. The net brake specific 
fuel consumption is reduced to 0.375 pound per brake horsepower- hour 
at 10,000-feet altitude and 0.401 pound, per brake horsepower-hour at 
30,000 feet. 

Figure 8 presents the effect on net brake specific fuel con- 
sumption of decreasing the supercharger and turbine efficiencies 
from 85 to 70 percent and the gear efficiency from 95 to 35 percent. 
Those calculations were made for an engine speed of 2000 rpm, an 
inlet -manifold pressure of 40 inches of mercury absolute, a fuel-air 
ratio of 0.063, and an altitude of 30,000 feet. The reduction in 
the efficiencies of turbine, supercharger, and gears causes an 
11-percent increase in the minimum net brake specific fuel consump- 
tion. This percentage change in fuel consumption may be assigned to 
the several changes in component efficiencies as follows: 

Reduction in com- Increase in net brake 


Component ponent efficiency 

(percent) 

From To 

specific fuel 
sumption 

(percent) 

Turbine 

85 

70 

6 . 3 

Supercharger 

35 

70 

1.6 

Gear 

95 

85 

3.1 


Total 11.0 
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Tlie attainment of an efficiency of 85 percent in a single-stage 
turbine would require considerable refinement of design. A reduc- 
tion in turbine efficiency from 85 to 80 percent would cause 
approximately a 2.1-percent increase in the net brake specific 
fuel consumption. 

The reduction in fuel consumption possible if the turbine were 
provided with an exhaust nozzle for jet propulsion is shown in fig- 
ure 9. It was assumed that the tail pipe and nozzle conserve the 
turbine exit velocity with negligible loss. Calculations indicated 
that, for the cases of figure 9, there is little gain in decreasing 
the jet-nozzle area and increasing the engine exhaust pressure. Jet 
propulsion provides an additional reduction in net brake specific 
fuel consumption at 350 miles per hour of 3.2 percent at 10,000-feet 
altitude and 3.7 percent at 30,000 feet. 

Figure 10 gives the cooling-air pressure drop required to main- 
tain a temperature of 400° F at the rear spark-plug boss on the 
average cylinder and approximately 450° F on the hottest cylinder 
(assuming MCA standard atmosphere) at various exhaust pressures • 
and altitudes. A cross curve is included to show the pressure drop 
available at an indicated airspeed of '200 miles per hour, assuming 
that 80 percent of the dynamic pressure can be made available for 
cooling. 


The curves of figure 10 indicate that operation with a high 
exhaust pressure increases the press 'are drop required for cooling. 
Other MCA tests have shown that high exhaust pressure tends to 
induce knock. It is possible to reduce the cooling-air pressure 
drop required, to lessen tendency toward knock, and to increase net 
power with only a small increase in specific fuel consumption by 
operating at an exhaust pressure below that required for minimum 
net brake specific fuel consumption. For example, figure 7 shows 
that minimum specific fuel consumption at 30,000 feet is obtained 
at an exhaust pressure of 50 inches of mercury. The following table 
is a comparison of the specific fuel consumption, required cooling- 
air pressure drop, and engine power for this exhaust pressure and 
for an exhaust pressure of 42 inches of mercury absolute, taken, from 
figures 7 and 10. 


Engine exhaust 

'Net brake specific 

Net 

Required cooling- 

pressure 

fuel consumption 

pover 

air pressure drop 

(in. Eg abso- 
lute) 

(lb/bhp-hr) 

. 

(hp) 

(in. wator) 

50 

0.323 

1445 

14.8 

42 

j .325 

1500 

1 

11.9 

i 
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Figure 11 gives the effective turbine-nozzle areas required, at 
various engine speeds and exhaust pressures for an inlet-manifold 
pressure of 40 inches of mercury absolute. The areas are almost 
independent of altitude if supercritical flow exists through the 
turbine nozzles. At an engine speed of 2000 rpm and an engine 
exhaust pressure of 50 inches of mercury absolute, figure 11 indi- 
cates a required effective turbine-nozzle area of 8 square inches. 

For an exhaust pressure of 42 inches of mercury absolute, the 
required area is 10 square inches. 

It is noted in figure 4 that minimum specific fuel consumption 
is obtained at nearly a constant ratio of engine exhaust pressure 
to inlet-manifold pressure regardless of the inlet-manifold pressure. 
A given turbine-nozzle area would, provide a nearly constant ratio of 
engine exhaust pressure to inlet-manifold pressure for a given engine 
speed, Eence, a turbine-nozzle area chosen to give minimum specific 
fuel consumption at one inlet-manifold pressure would give minimum 
specific fuel consumption at other inlet-manifold pressures at the 
same engine speed. Figure 11 indicates that the required turbine- 
nozzle area to hold a constant ratio' of engine exhaust pressure to 
inlet-manifold pressure increases nearly proportionately with engine 
speed.. 


DISCUSSION OF OPERATION 

The characteristics of conventional aircraft engines, super- 
chargers, and exhaust-gas turbines are such that a given set of 
elements can be made to match for compound operation over only a 
limited range of engine and flight conditions. A full discussion 
of the operating problems of a compound engine that will give maxi- 
mum efficiency over the entire operating range is beyond the scope 
of this report; nevertheless, a compromise that can be used to 
obtain the benefits of compound-engine operation over a range of 
cruising conditions will be discussed herein. 

Assume that on each engine two turbosuperchargers are connected, 
by ducts to operate in parallel, with a modification which permits 
all the exhaust gas to be passed through one of the turbosuperchargers 
at low engine speeds and a clutch and. gear train to connect that 
turbosupercharger to the engine crankshaft. At high engine speeds, 
both turbosuperchargers are free and operate in parallel. At low 
engine speeds, both are free but only one is required to supercharge 
the engine. At medium engine speeds, only one is used, and is geared 
to the engine crankshaft and. operates with a high nozzle-box pressure 
to provide extra power for the propeller. 
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For example, consider a system designed for geared operation 
with maximum economy at the following conditions: 


Engine speed, rpm 2000 

Inlet-manifold pressure, inches mercury absolute 40 

Altitude, feet 30,000 


At these conditions, a turbine with a closed waste gate and 
an effective nozzle area of 10 square inches will produce an engine 
exhaust pressure of 42 inches of mercury absolute and, according 
to figure 7, will give a net brake specific fuel consumption very 
close to the minimum. For expansion from 42 inches of mercury 
absolute to atmospheric pressure at 30,000-feet altitude, the 
theoretical turbine-nozzle discharge velocity is 3115 feet per 
second. For a turbine-wheel pitch-line velocity of 1200 feet per 
second, the corresponding blade-to-jet speed ratio is 0.385, which 
gives an efficiency close to the peak value for a single-stage 
impulse turbine. The turbine should be equipped with a gear train 
to provide the correct pitch-line velocity at an engine speed of 
2000 rpm. 

With the same engine speed and inlet-manifold pressure at 
lower altitudes, engine exhaust pressure remains at 42 inches of 
mercury absolute down to the altitude at which the pressure ratio 
across the turbine nozzles is subcritical and then increases to 
approximately 44 inches of mercury absolute at sea level. The 
turbine-nozzle discharge velocity is reduced to 1660 feet per second 
and at constant engine speed the corresponding blade-to-jet speed 
ratio is 0.723, giving a low turbine efficiency. Also the inlet- 
manifold pressure provided by the engine-stage supercharger and the 
geared turbosupercharger increases with a reduction in altitude, and 
throttling of the superchargers is necessary. At some low altitude 
the loss of turbine efficiency, the waste of supercharger power, and 
excessive heating of the charge would make it advantageous to declutch 
the turbosupercharger. 

Efficient cruiso operation at altitudes lower than 30,000 feet 
can bo obtained by slightly reducing the engine speed without chang- 
ing the ratio with which tho turbosupercharger is geared. Little 
throttling of the supercharger would then be necessary, tho turbine 
efficiency would be near its peak, and over a wide range of altitudes 
the engine exhaust pressure could be maintained at a high enough 
value to realize a substantial decrease in net brake specific fuel 
consumption. 
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At high altitudes and at engine speeds, considerably lower than 
2000 rpm, the geared turbosupercharger (designed for the conditions 
listed) operates at too low a speed and is unable to maintain the 
required carburetor pressure. At very high engine speeds (relative 
to 2000 rpm) at all altitudes, the turbosupercharger tip speeds 
exceed the safe value. For both these cases the turbosupercharger 
should be declutched and, operated as a free turbosupercharger. 

The range of satisfactory compound operation could be greatly 
increased, by the use of a variable gear ratio between the engine 
and the turbosupercharger, variable turbine-nozzle area, and variable 
diffuser vanes to prevent supercharger surge, but these features 
require considerable development. 

Although present equipment cannot be combined to give satis- 
factory compound operation over the entire range of engine speeds, 
the foregoing discussion indicates that reductions as great as 
21 percent in the minimum brake specific fuel consumption at which 
the engine can cruise can be attained over's, narrow range of engine 
speeds by the addition of a clutch between the engine and one turbo-' 
supercharger; the turbosupercharger can be connected, to the engine 
at these speeds and disengaged at other speeds. 


SUMMARY OF RESULTS 

Calculations, based on test data for an 18- cylinder radial 
aircraft engine having 2804 cubic inches displacement and 40° valve 
overlap, give the following results concerning operation of the 
engine with a geared exhaust- gas turbine and supercharger: 

1. Specific fuel consumption decreases with decrease in fuel- 
air ratio to a fuel-air ratio in the neighborhood of 0.063. 

2. Specific fuel consumption decreases with increase in inlet- 
manifold pressure for a constant fuel-air ratio. 

3. Minimum specific fuel consumption is obtained at tre maximum 
inlot-manifold pressure for knock-free operation at a fuel-air ratio 
of about 0.063. Any appreciable increase in fuel-air ratio to avoid 
knock lias a greater adverse effect on economy than the favorable 
effect of the corresponding permissible increase in inlet-manifold 
pressure. 

4. Minimum specific fuel consumption of this combination occurs 
at an engine speed of 2000 rpm for the engine under consideration. 



MCA AER No. S5K26 


11 


5. The net brake specific fuel consumption of the combination is 
a minimum for engine exiiaust pressure approximately 25 percent above 
inlet-manifold pressure and varies only slightly from the minimum for 1 
a range of exhaust pressures from 5 to 45 percent above inlet-manifold 
pressure. 

6. The net brake specific fuel consumption of the combination 
at an engine speed of 2000 rpm, a fuel-air ratio 0.063, and inlet- 
manifold pressure of 40 inches of mercury absolute, an engine exhaust 
pressure of 42 inches of mercury absolute, and with turbine and super- 
charger efficiencies each of 85 percent is 0.325 pound per brake 
horsepower- hour at 30,000 feet and 0.360 pound per brake horsepower- 
hour at 10,000 feet. 

7 . A reduction in the efficiencies of both turbine and super- 
charger from 85 to 70 percent and a reduction in gear efficiency from 
95 to 85 percent results in 11-percent increase in the minimum brake 
specific fuel consumption at 30,000 feet, and the engine conditions 
given above. 

8. The effective turbine-nozzle area required at an engine speed 
of 2000 rpm to maintain the optimum ratio of engine exhaust pressure 
to inlet-manifold pressure for minimum specific fuel consumption of 
this engine combination is approximately 8 square inches at all alti- 
tudes. The required nozzle area increases with engine speed. 

9. The provision of an exiiaust nozzle to conserve the turbine 
exhaust velocity for jet propulsion would allow an additional reduc- 
tion in fuel consumption at an airplane speed of 350 miles per nour 
of 3.2 percent at 10,000 feet and 3.7 percent at 30,000 feet. 

10. The reduction in net brake specific fuel consumption possible 
with this system, as compared with the usual ungeared-turbosupercharger 
arrangement, is approximately 14 percent at 10,000 feet and 21 percent 
at 30,000 feet. 
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11. The engine cylinder temperature increases with increase in 
engine exhaust pressure. Cooling considerations may therefore neces- 
sitate the choice of an engine exhaust pressure somewhat lower than 
optimum, with a small sacrifice in economy. 


Aircraft Engine Research Laboratory, 

National Advisory Committee for Aeronautics, 
Cleveland, Ohio. 
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“Corrected to a carburetor-air temperature of 9°° F and for variation of engine speed and manifold pressure from nominal. 
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TABLE II - COMPUTED PERFORMANCE OF 18-CYLINDER 


RADIAL AIRCRAFT ENGINE 

[Engine speed, 2000 rpm; inlet-manifold 
pressure, 40 in. Hg absolute; fuel-air 
ratio, 0.063; carburetor-air tempera- 
ture, 90° F; carburetor pressure, 

27.35 in. Hg absolute] 


Engine 
exhaust 
pressure 
(in. Hg 
absolute) 

Engine 

power 

(bh P ) 

. . 

Exhaust 

temperature 

(°F) 

: 

Charge-air i 
flow 
(lb/hr) 

10 

1302.2 

1694 

8438 

20 

1260.0 

1724 

8247 

30 

1201.4 

1724 

8000 

40 

1127.0 

1705 

7710 

50 

1042.7 

1677 

7386 

60 

S51.7 

1646 

7034 
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Figure 4* — Variation of net brake specific fuel consumption with 
engine exhaust pressure at various inlet-manifold pressures and 
fuel-air ratios* 18-cylinder radial aircraft engine with geared 
turbine and supercharger: engine speed, 2000 nan; carburetor-air 
temperature, 90° Fj altitude, 30,000 feet; turbine and super- 
charger efficiencies, 85 percent; gear efficiency, 95 percent* 
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Fig. 8 



Figure 5. -Variation of -net brake horsepower with engine exhaust pressure at various 
inlet-manifold pressures and fuel-air ratios, 18-cylinder radial aircraft engine 
with geared turbine and supercharger; engine speed, 2000 rpm; carburetor-air 
temperature, 90° Ft altitude, 30,000 feet; turbine and supercharger efficiencies, 

86 percent; gear efflclenoy, 96 percent. 



NACA ARR 



VAmmmmm 


MMM gBSggEi 


20 JOOO 


mmm 

IHBil 


One-stage geared supercharger and 
one-stage ungeared turbosupercharger 


Geared auxiliary supercharger, 
no turbine 



Figure 6* - 
engine ex! 
geared tu 
inches of 
turbine ai 















Net brake specific fuel consumption, lb/bhp-hr Net brake horsepower 


NACA ARR No. E5K28 


NATIONAL ADVISORY 
COMMITTEE FOR AERONAUTICS 


Altitude 

(ft) 


— One-stage geared supercharger and 
one-stage ungeared turbosupercharger 
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no turbine 
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Figure 7. - Variation of net brake horsepower and brake specific fuel consumption 
with engine exhaust pressure at various altitudes. 18-cylinder radial aircraft 
engine with geared turbine and- supercharger; engine speed, 2000 rpm- lnlet- 
manlfold pressure, 40 inches of mercury absolute; fuel-air ratio o'o63* 
carburetor-air temperature, 90® Pj turbine and supercharger efficiencies 85 
percent; gear efficiency, 95 percent. " * 
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Figure 11, - Variation of turbine nozzle area with engine exhaust pressure at 
various engine speeds. 18-cylinder radial aircraft engine with geared turbine 
and supercharger; inlet-manifold pressure, 40 inches of mercury absolute; fuel- 
air ratio, 0.063; carburetor-air temperature 900 f. 



